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An energy management system and method for a vehicle
system operate the vehicle system according to a current trip
plan as the vehicle system travels along a route during a trip.
The current trip plan designates operational settings of the
vehicle system. The system and method also revise the cur-
rent trip plan into a revised trip plan responsive to current,
actual operation of the vehicle system differing from the
current trip plan by at least a designated threshold amount.
The revised trip plan designates operational settings of the
vehicle system and includes an initial designated operational
setting that matches the current, actual operation of the
vehicle system.
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1
ENERGY MANAGEMENT SYSTEM AND
METHOD FOR VEHICLE SYSTEMS

FIELD

Embodiments of the subject matter disclosed herein relate
to determining operational settings of vehicle systems for
travel along one or more routes.

BACKGROUND

Some existing energy management systems can be used to
control operations of vehicle systems during a trip to “opti-
mize” performance of the vehicle systems. For example, Trip
Optimizer™ provided by General Electric Company can be
used to automatically control or direct an operator to control
throttles of locomotives in a rail vehicle system to assist in
keeping the rail vehicle systems on schedule while reducing
fuel consumption and/or emission generation (relative to
operating the locomotives without using Trip Optimizer™).
These types of energy management systems can take into
account factors such as length of the rail vehicle system,
weight of the rail vehicle system, grade of the route being
traveled upon, conditions of the route, weather conditions,
and performance characteristics of the vehicles. The energy
management systems create trip profiles or trip plans that
reduce braking and can reduce the fuel consumed and/or
emissions generated.

During travel according to a trip plan, various factors may
cause the vehicle system to be unable to continue traveling
according to the trip plan. For example, deteriorating health
of a propulsion-generating vehicle in the vehicle system,
damage to the vehicle system, damage to a route being trav-
eled upon, adverse weather conditions, operator action (e.g.,
manual control) of the vehicle system, or the like, can cause
the vehicle system to fall behind or otherwise be unable to
follow the trip plan.

Some known systems and methods can “re-plan” the trip
plan by revising the trip plan to account for the vehicle system
falling behind the prior trip plan. But, these re-plans may
generate a transitional plan that causes operations of the
vehicle system to rapidly increase to return to operating
according to the prior trip plan. Or, these re-plans can create
new trip plans that begin with operational settings that are
significantly different from the prior trip plan. As a result, the
vehicle system may need to rapidly increase output in order to
attempt to travel according to the revised trip plan. Either of
these scenarios can cause the vehicle systems to significantly
increase the amount of fuel consumed and/or emissions gen-
erated, in contradiction to the goals sought to be achieved by
the trip plans.

BRIEF DESCRIPTION

In one embodiment, a method (e.g., for revising a trip plan
of a vehicle system) includes operating a vehicle system
according to a current trip plan as the vehicle system travels
along a route during a trip. The current trip plan designates
operational settings of the vehicle system. During movement
of'the vehicle system along the route, a current, actual opera-
tion of the vehicle system differs from the current trip plan by
at least a designated threshold amount. The method also can
include revising the current trip plan into a revised trip plan
responsive to the current, actual operation of the vehicle
system differing from the current trip plan by at least the
designated threshold amount. The revised trip plan designates
operational settings of the vehicle system and includes an
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initial designated operational setting that matches the current,
actual operation of the vehicle system.

In another embodiment, a system (e.g., an energy manage-
ment system) includes or more processors configured to at
least one of direct an operator to control or autonomously
control a vehicle system according to a current trip plan as the
vehicle system travels along a route during a trip. The current
trip plan designates operational settings of the vehicle system.
During movement of the vehicle system along the route, a
current, actual operation of the vehicle system differs from
the current trip plan by at least a designated threshold amount.
The one or more processors also are configured to revise the
current trip plan into a revised trip plan responsive to the
current, actual operation of the vehicle system differing from
the current trip plan by at least the designated threshold
amount. The revised trip plan designates operational settings
of'the vehicle system that include an initial designated opera-
tional setting that matches the current, actual operation of the
vehicle system.

In another embodiment, a method (e.g., for revising a trip
plan) includes operating a vehicle system according to a first
trip plan that designates operational settings of the vehicle
system as a function of one or more of time or distance along
a route, determining an actual operational setting of the
vehicle system, and, based at least in part on the actual oper-
ating setting, changing the operational settings designated by
the first trip plan into revised operational settings of a revised
trip plan. The revised trip plan includes a first operational
setting of the revised operational settings that matches a cur-
rent operational setting of the vehicle system during a time
period that the revised trip plan is implemented in place of the
first trip plan. The method also can include operating the
vehicle system according to the operational settings desig-
nated by the revised trip plan.

BRIEF DESCRIPTION OF THE DRAWINGS

Reference is made to the accompanying drawings in which
particular embodiments and further benefits of the invention
are illustrated as described in more detail in the description
below, in which:

FIG. 1 schematically illustrates a trip of a vehicle system
along a route according to one embodiment;

FIG. 2 illustrates a flowchart of a method for revising a trip
plan of a vehicle system according to one embodiment;

FIG. 3 illustrates operational settings designated by a trip
plan for the vehicle system shown in FIG. 1 according to one
example; and

FIG. 4 is a schematic illustration of a vehicle according to
one embodiment.

DETAILED DESCRIPTION

One or more embodiments of the systems and methods
described herein provide trip plans for vehicle systems to
travel along one or more routes during a trip. The trip plans
designate operational settings of the vehicle systems during
travel along the routes. These trip plans can designate speeds,
accelerations, power outputs, brake settings, throttle posi-
tions, or the like, of the vehicle systems as a function of time
and/or distance along the routes. In one aspect, the trip plans
can designate the operational settings so that travel of a
vehicle system according to the trip plan causes the vehicle
system to consume less fuel and/or generate fewer emissions
than the vehicle system traveling along the same route with
different operational settings.
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During travel according to the trip plan, the vehicle system
may be unable to exactly follow the operational settings des-
ignated by the trip plan. For example, damage to a propulsion-
generating vehicle of the vehicle system, damage to the route,
adverse weather conditions, other vehicle systems impeding
travel of the vehicle system, among other factors, can cause
the vehicle system to not travel using the same operational
settings of the trip plan. In response to the actual travel of the
vehicle system deviating from the trip plan (e.g., such as
where a difference between actual operating conditions of the
vehicle system and the designated operational settings of the
trip plan exceeds a designated, non-zero threshold), the trip
plan may be revised by changing the operational settings
designated by the trip plan for at least a portion of a remainder
of the trip of the vehicle system. For example, the actual
operating conditions can include the actual speeds, actual
accelerations, actual throttle positions, actual brake settings
or pressures, or the like, of the vehicle system. These condi-
tions may be the same or within a designated threshold range
of the operational settings designated by the trip plan when
the vehicle system is able to follow the trip plan. But, the
actual operating conditions may differ from the operational
settings designated by the trip plan by more than the desig-
nated threshold range when the vehicle system is not able to
follow the trip plan.

The revised trip plan may have designated operational
settings that begin with a current, actual operational condition
of the vehicle system. For example, the trip plan can be
revised so that the operational setting that is designated by the
trip plan to be implemented first by the vehicle system is the
same as a current operational condition of the vehicle system.
The revised trip plan may then be followed by the vehicle
system, starting with the current operational condition of the
vehicle system. As one example, if the trip plan designates a
speed of ninety kilometers per hour for the vehicle system to
travel at a particular location, but the vehicle system is only
able to travel at seventy kilometers per hour at that location,
then the trip plan can be revised with the revised trip plan
beginning with a designated speed of seventy kilometers per
hour.

Using the current operational condition of the vehicle set-
ting as a starting operational setting for the revised trip plan
instead of another operational setting can reduce fuel con-
sumption and/or emission generation relative to revising the
trip plan according to other known manners of revising trip
plans. For example, some known systems and methods revise
the trip plan in such a way as to return the vehicle system back
to operating on the previously used trip plan. These systems
and methods may generate a transitional plan that gets the
operations of the vehicle system from a current state back to
the trip plan or may generate a revised trip plan that does not
start with the current operational conditions of the vehicle
system. But, these transitional plans and revised trip plans
may be mechanically impossible or improbable for the
vehicle system, and/or may actually cause the vehicle system
to rapidly increase operations to get back to the trip plan, and
thereby consume more fuel and/or generate increased emis-
sions relative to not following the trip plan.

FIG. 1 schematically illustrates a trip of a vehicle system
100 along a route 102 according to one embodiment. The
vehicle system 100 can travel from a first location 104 to a
different, second location 106 along the route 102 according
to a trip plan. The vehicle system 100 can include one or more
propulsion-generating vehicles 108 and optionally may
include one or more non-propulsion-generating vehicles 110.
The vehicles 108, 110 may be mechanically coupled with
each other, such as by couplers 112, such that the vehicles
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108, 110 travel together. Optionally, the vehicle system 100
may include propulsion-generating vehicles 108 that are logi-
cally connected to each other without being mechanically
coupled with each other. For example, the propulsion-gener-
ating vehicles 108 may communicate with each other to coor-
dinate the movements of the vehicles 108 with each other
such that the vehicles 108 travel together in a platoon.

The propulsion-generating vehicles 108 can represent one
or more different vehicles that generate tractive effort or
power to move the vehicle system 100 along the route 102.
For example, the vehicles 108 can represent automobiles,
locomotives, other off-highway vehicles (e.g., vehicles that
are not designed and/or not permitted to travel on public
roadways), marine vessels, aircraft, or the like. The non-
propulsion-generating vehicles 110 can represent vehicles
that do not generate tractive effort or power. For example, the
vehicles 110 can represent railcars, trailers, barges, or the
like.

The vehicle system 100 travels along the route 102 accord-
ing to a trip plan. The trip plan can designate operational
settings of the vehicle system 100 as a function of time and/or
distance along the route 102. These operational settings can
include speeds, accelerations, throttle positions, brake set-
tings (e.g., brake pressures), or the like. Traveling according
to the trip plan can cause the vehicle system 100 to reduce the
amount of fuel consumed and/or emissions generated by the
vehicle system 100 relative to the vehicle system 100 travel-
ing according to other, different operational settings.

FIG. 2 illustrates a flowchart of a method 200 for revising
atrip plan of a vehicle system according to one embodiment.
The method 200 may be practiced by an energy management
system and/or controller disposed onboard the vehicle system
100 (shown in FIG. 1) and/or disposed off-board the vehicle
system 100. At 202, a trip plan is obtained. The trip plan can
be received from an off-board location, such as a dispatch
facility, another vehicle system, an oft-board operator control
unit (e.g., a handheld remote control), or the like. Optionally,
the trip plan may be created and/or obtained onboard the
vehicle system 100. The trip plan may be created by an energy
management system or obtained from a computer readable
memory (e.g., a hard drive, flash drive, or the like) that stores
previously created trip plans.

At 204, the vehicle system 100 travels along the route 102
(shown in FIG. 1) according to the trip plan. The vehicle
system 100 may attempt to change the actual operational
settings used by the vehicle system 100 to control movement
of the vehicle system 100 so that actual operating conditions
of the vehicle system 100 match the designated operational
settings of the trip plan. For example, an operator of the
vehicle system 100 may be informed of the operational set-
tings designated by the trip plan as the vehicle system 100
travels along the route 102. The operator may then attempt to
manually change the operational settings of the vehicle sys-
tem 100 so that the actual operating conditions (e.g., the
actual speed, actual acceleration, actual brake settings or
pressures, etc.) of the vehicle system 100 follow the desig-
nated operational settings of the trip plan. Optionally, the
vehicle system 100 may autonomously control the actual
operating conditions of the vehicle system 100 according to
the trip plan.

At 206, actual operating conditions of the vehicle system
100 are monitored as the vehicle system 100 travels along the
route 102. For example, the speed at which the vehicle system
100 is actually moving may be measured by tachometers,
global positioning system (GPS) circuitry, cellular commu-
nication circuitry, or the like, and/or may be determined based
on data obtained from roadside transponders, rotation speeds
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of wheels, airspeed, or the like. As another example, the
actual accelerations, actual power outputs, actual throttle
positions, actual brake settings or pressures, or other condi-
tions may be measured or determined during travel of the
vehicle system 100.

At 208, the actual operating conditions of the vehicle sys-
tem 100 are compared with the operational settings desig-
nated by the trip plan. The actual operating conditions can be
compared with the designated operational settings to deter-
mine if differences exist. If the differences are sufficiently
large, then the trip plan may need to be revised.

With continued reference to the method 200 shown in FIG.
2, FIG. 3 illustrates operational settings 300 designated by a
trip plan for the vehicle system 100 (shown in FIG. 1) accord-
ing to one example. The designated operational settings 300
are shown alongside a horizontal axis 302 representative of
time elapsed during the trip and/or distance along the route
102 (shown in FIG. 1) during the trip. The designated opera-
tional settings 300 also are shown alongside a vertical axis
304 representative of different operational settings.

Actual operating conditions 306 of the vehicle system 100
also are shown in FIG. 3. The designated operational settings
300 and the actual operating conditions 306 may represent
similar operations of the vehicle system 100. For example, the
designated operational settings 300 can represent designated
speeds of a trip plan while the actual operating conditions 306
represent actual speeds of the vehicle system 100. As another
example, the designated operational settings 300 can repre-
sent designated accelerations of a trip plan while the actual
operating conditions 306 represent actual accelerations of the
vehicle system 100. As another example, the designated
operational settings 300 can represent designated throttle
positions, brake settings, or the like, of a trip plan while the
actual operating conditions 306 represent corresponding
actual throttle positions, brake settings, or the like, of the
vehicle system 100.

During a first time period or distance range 308 of the trip
plan, the actual operating conditions 306 of the vehicle sys-
tem 100 are the same as or approximately the same as the
designated operational settings 300 of the trip plan. For
example, the actual operating conditions 306 may be within a
designated threshold range (e.g., 1%, 5%, 10%, or another
value) of the designated operational settings 300 of the trip
plan. Subsequent to the first time period or distance range
308, the actual operating conditions 306 begin to deviate from
the designated operational settings 300 of the trip plan by
increasing amounts during a second time period or distance
range 310.

The actual operational conditions 306 may be compared to
the designated operational settings 300 in order to identify
differences there between. For example, during the time
period or distance range 308, these differences may be rela-
tively small. During the subsequent time period or distance
range 310, however, the differences increase and may become
relatively large.

Returning to the description of the method 200 shown in
FIG. 2, at 210, a determination is made as to whether to revise
the trip plan. If the differences between the actual operating
conditions 306 of the vehicle system 100 and the designated
operational settings 300 of the trip plan become sufficiently
large, then these differences may indicate that the vehicle
system 100 is unable to follow the trip plan and/or that the trip
plan needs to be revised to account for the differences.

If the differences between the actual operating conditions
306 and the designated operational settings 300 are relatively
small (e.g., no larger than a designated, non-zero threshold
amount or range), then flow of the method 200 may return to
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204. For example, the vehicle system 100 may continue trav-
eling along the route 102 according to the trip plan while
monitoring the actual operating conditions 306 of the vehicle
system 100.

On the other hand, if the differences between the actual
operating conditions 306 and the designated operational set-
tings 300 are relatively large (e.g., at least as large as the
designated, non-zero threshold amount or range), then flow of
the method 200 may proceed to 212.

At 212, the trip plan is modified. The trip plan may be
modified by changing the designated operational settings of
the trip plan and/or by creating a new trip plan for at least a
portion or all of a remainder of the trip of the vehicle system
100.

Designated operational settings 312 of a revised trip plan
also are shown in FIG. 3. The designated operational settings
312 (also referred to as revised designated operational set-
tings 312) differ from the operational settings 300 previously
designated by the trip plan. As shown in FIG. 3, the revised
designated operational settings 312 may differ from the des-
ignated operational settings 300 of the previous trip plan
throughout all or at least a portion of the remainder of the trip
plan. Alternatively, the revised designated operational set-
tings 312 eventually may match up to the designated opera-
tional settings 300 of the previous trip plan at a later time.

In one embodiment, the revised trip plan begins with des-
ignated operational settings 312 that are the same as the actual
operating conditions 306 of the vehicle system 100. The
revised trip plan may be implemented at an implementation
time or an implementation location 314 during the trip. The
first or initial operational setting that is designated by the
revised trip plan at or soon after the implementation time or
location 314 may match the operational condition 306 of the
vehicle system 100 at or just prior to the implementation time
or location 314. For example, the revised trip plan may begin
with a designated operational setting 312 at the implementa-
tion time or location 314 that is the same as the actual oper-
ating condition 306 of the vehicle system 100.

The designated operational setting 312 that begins the
revised trip plan may be the same as or match the actual
operating condition 306 of the vehicle system 100 when the
designated operational setting 312 is equivalent to the actual
operating condition 306 of the vehicle system 100 or within a
designated range of the actual operating condition 306 (e.g.,
0.1%, 1%, 5%, 10%, or another value). Because the actual
operating conditions 306 of the vehicle system 100 may be
changing with respect to time or distance traveled during the
trip as the trip plan is being revised, one or more actual
operating conditions 306 may be selected as the initial des-
ignated operational setting 312. For example, in one embodi-
ment, the actual operating condition 306 at the implementa-
tion time or location 314 may be used as the initial designated
operational setting 312 of the revised trip plan. Alternatively,
the initial designated operational setting 312 of the revised
trip plan may be selected from several prior actual operating
conditions 306. Due to computer processing requirements for
generating the revised trip plan, the actual operating condi-
tion 306 of the vehicle system 100 at the implementation time
orlocation 314 may not be able to instantaneously become the
first designated operational setting 312 of the revised trip
plan.

Instead, one or more of the actual operating conditions 306
of'the vehicle system 100 prior to the implementation time or
location 314 may be used as the first designated operational
setting 312 of the revised trip plan. For example, the actual
operating condition 306 that exists or is determined when the
revised trip plan is created may be used as the first designated
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operational setting 312 of the revised trip plan. As another
example, an average, median, moving average, or the like, of
the actual operating conditions 306 prior to the implementa-
tion time or location 314 may be used as the first designated
operational setting 312 of the revised trip plan. One or more of
the actual operating conditions 306 occurring between a
deviation time or location 316 where the actual operating
conditions 306 began differing from the designated opera-
tional settings 300 of the previous trip plan by more than the
designated threshold or range and the implementation time or
location 314 may be used as the initial designated operational
setting 312 of the revised trip plan.

Revising trip plans using some known systems or methods
can involve generating transitional designated operational
settings 318 that act as a bridge between the actual operating
conditions 306 and the operational settings 300 designated by
the previous trip plan. These transitional operational settings
318 cause the vehicle system 100 to return to the operational
settings 300 designated by the previous trip plan. In contrast,
the operational settings 312 of the revised trip plan may not
match or be equivalent to the previous trip plan such that the
previous trip plan and the revised trip plan differ for all or at
least a portion of the remainder of the trip. The transitional
operational settings 318 may return the vehicle system 100 to
operating according to the previous trip plan, but implement-
ing these operational settings 318 can cause the vehicle sys-
tem 100 to consume more fuel and/or generate more emis-
sions than if the vehicle system 100 were to travel according
to the operational settings 312 of the revised trip plan. For
example, the vehicle system 100 may consume less fuel and/
or generate fewer emissions traveling according to the opera-
tional settings 300 of the initial trip plan than by traveling
according to the operational settings 312 of the revised trip
plan. But, traveling according to the operational settings 312
of the revised trip plan can result in the vehicle system 100
consuming less fuel and/or generating fewer emissions than
traveling according to the transitional operational settings
318 and the operational settings 300 of the initial trip plan
following the transitional operational settings 318.

Flow of the method 200 shown in FIG. 2 may return to 204
from 212. For example, the vehicle system 100 may continue
to travel along the route 102 according to the operational
settings 312 of the revised trip plan. The method 200 may
continue in a loop-wise manner to repeatedly determine
whether to modify a trip plan or revised trip plan, revise the
trip plan, and continue traveling until the vehicle system 100
reaches a destination or implementation of the trip plan is
otherwise stopped.

FIG. 41is a schematic illustration of a vehicle 400 according
to one embodiment. The vehicle 400 may represent one or
more of the vehicles 108, 110 shown in FIG. 1. For example,
the components shown in FIG. 4 as being onboard the vehicle
400 may be disposed onboard two or more different vehicles
108, 110 of the vehicle system 100 shown in FIG. 1.

A controller 402 of the vehicle 400 includes or represents
hardware circuits or circuitry that include and/or are con-
nected with one or more computer processors, such as one or
more computer microprocessors. The controller 402 can con-
trol operations of the vehicle 400 and/or vehicle system 100,
such as by autonomously controlling a propulsion system 404
and/or a braking system 406 of the vehicle 400 according to a
trip plan or revised trip plan, and/or by receiving input from
an operator to manually control the propulsion system 404
and/or the braking system 406 according to the trip plan or
revised trip plan. For example, the controller 402 may repre-
sent or include one or more input devices, such as a throttle,
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pedal, touchscreen, electronic mouse, stylus, microphone, or
the like, to receive commands from an operator to control
operations of the vehicle 400.

The propulsion system 404 represents one or more com-
ponents that work to generate tractive effort or power. For
example, the propulsion system 400 can represent one or
more motors, engines, or the like, that propel the vehicle 400.
The braking system 406 represents one or more components
that work to slow or stop movement of the vehicle 400, such
as airbrakes, friction brakes, or the like.

A communication unit 408 of the vehicle 400 represents
hardware circuits or circuitry that include and/or are con-
nected with one or more computer processors (e.g., micro-
processors) and communication devices (e.g., wireless
antenna and/or wired connections) that operate as transmit-
ters and/or transceivers for communicating signals with one
or more locations disposed off-board the vehicle 400. For
example, the communication unit 408 may wirelessly com-
municate signals with a facility and/or another vehicle sys-
tem, or the like. The communication unit 408 may receive trip
plans or revised trip plans from off-board locations and/or
may communicate trip plans or revised trip plans to off-board
locations.

An energy management system 410 of the vehicle 400
includes or represents hardware circuits or circuitry that
include and/or are connected with one or more computer
processors, such as one or more computer Microprocessors.
The energy management system 410 creates and/or revises
the operational settings designated by trip plans to form and/
or revise the trip plans. One example of an energy manage-
ment system 410 includes the Trip Optimizer™ system of the
General Electric Company, but alternatively may be another
type of energy management system.

The energy management system 410 can create and/or
revise a trip plan based on trip planning data, such as trip data,
vehicle data, and/or route data. Trip data includes information
about an upcoming trip by the vehicle 400 or vehicle system
100. By way of example only, trip data may include station
information (such as the location of a beginning station where
the upcoming trip is to begin and/or the location of an ending
station where the upcoming trip is to end), restriction infor-
mation (such as work zone identifications, or information on
locations where the track is being repaired or is near another
track being repaired and corresponding speed/throttle limita-
tions on the rail vehicle), and/or operating mode information
(such as speed/throttle limitations on the vehicle system in
various locations, slow orders, and the like). Vehicle data
includes information about the vehicle 400, vehicle system
100, and/or cargo being carried by the vehicle 400 and/or
vehicle system 100. For example, vehicle data may represent
cargo content (such as information representative of cargo
being transported by the vehicle) and/or vehicle information
(such as model numbers, manufacturers, horsepower, and the
like, of the vehicle). Route data includes information about
the route upon which the vehicle or vehicle system travels.
For example, the route data may include information about
locations of damaged sections of a route, locations of route
sections that are under repair or construction, the curvature
and/or grade of a route, and the like. The route data is related
to operations of the vehicle as the route data includes infor-
mation about the route that the vehicle is or will be traveling
on. However, other types of data can be recorded as the data
and/or the data may be used for other operations. The trip
plans optionally may be referred to as trip profiles or speed
profiles, and can be formed in accordance with one or more
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embodiments described in U.S. patent application Ser. No.
13/545,271, the entire disclosure of which is incorporated
herein by reference.

A sensing device 412 of the vehicle 400 represents one or
more components that determine (e.g., measure, sense, cal-
culate, estimate, model, or otherwise obtain) the operating
conditions of the vehicle 400 and/or vehicle system 100 that
includes the vehicle 400. For example, the sensing device 412
can include one or more sensors, such as tachometers, accel-
erometers, coupler force sensors, global positioning system
receivers, air pressure sensors, sensors that detect throttle
positions, or the like. These sensors can measure operating
conditions of the vehicle system 100 and generate data rep-
resentative of the operating conditions. Optionally, the sens-
ing device 412 can include hardware circuits or circuitry that
include and/or are connected with one or more computer
processors (e.g., microprocessors) that are configured to
determine the actual operating conditions of the vehicle 400
and/or vehicle system 100 based on a mathematical or phys-
ics-based model of the vehicle 400 and/or vehicle system 100.
For example, based on relative speeds, locations, and/or
accelerations of different vehicles in the vehicle system 100,
a spring model, lumped mass model, or other type of model
may be used to calculate or estimate the operating conditions
of the vehicle system 100 (e.g., coupler forces, slack in the
couplers, orthe like). As another example, based on measured
air pressures in the brake system of the vehicle 400 or another
brake system of the vehicle system 100, a hydraulic model of
the brake system(s) can be used to calculate or estimate air
pressures and/or air flows in one or more locations of the
brake system(s) as the operating conditions of the vehicle 400
or vehicle system 100.

This data can be communicated from the sensing device
412 to the controller 402 and/or energy management system
410. The controller 402 can use this data as feedback to
determine how to control the vehicle 400 and/or vehicle sys-
tem 100 in order to follow the trip plan. The energy manage-
ment system 410 can use this data to determine when to revise
the trip plan and/or to determine the initial operational set-
tings designated by the revised trip plan, as described herein.

In one embodiment, a method (e.g., for revising a trip plan
of a vehicle system) includes operating a vehicle system
according to a current trip plan as the vehicle system travels
along a route during a trip. The current trip plan designates
operational settings of the vehicle system. During movement
of'the vehicle system along the route, a current, actual opera-
tion of the vehicle system differs from the current trip plan by
at least a designated threshold amount. The method also can
include revising the current trip plan into a revised trip plan
responsive to the current, actual operation of the vehicle
system differing from the current trip plan by at least the
designated threshold amount. The revised trip plan designates
operational settings of the vehicle system and includes an
initial designated operational setting that matches the current,
actual operation of the vehicle system.

In one aspect, revising the current trip plan occurs during
movement of the vehicle system along the route during the
trip.

In one aspect, the initial designated operational setting of
the revised trip plan matches a current, actual operational
setting of the vehicle system.

In one aspect, the current, actual operation of the vehicle
system differs from the current trip plan during a time period
that the initial designated operational setting of the revised
trip plan is scheduled to be implemented by the vehicle sys-
tem.
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In one aspect, the current trip plan and the revised trip plan
designate the operational settings of the vehicle system as a
function of one or more of time or distance along the route.

In one aspect, the method also can include determining the
current, actual operation of the vehicle system using one or
more sensing devices.

In one aspect, the method also can include determining the
current, actual operation of the vehicle system based onone or
more models of the vehicle system.

In one aspect, the current trip plan is revised such that the
operational settings designated by the revised trip plan differ
from the operational settings designated by the current trip
plan over an upcoming segment of the trip.

In one aspect, the operational settings designated by the
current trip plan, the operational settings of the revised trip
plan, and the current, actual operation of the vehicle system
include one or more of a speed, a throttle position, a brake
setting, or an acceleration of the vehicle system.

In one aspect, the method also includes operating the
vehicle system according to the operational settings desig-
nated by the revised trip plan. Operating the vehicle system
according to the revised trip plan can cause the vehicle system
to one or more of consume more fuel and/or generate
increased emissions relative to the vehicle system operating
according to the operational settings designated by the cur-
rent trip plan. But, operating the vehicle system according to
the revised trip plan also can cause the vehicle system to one
or more of consume less fuel and/or generate fewer emissions
relative to the vehicle system returning to operating according
to the operational settings designated by the current trip plan.

In another embodiment, a system (e.g., an energy manage-
ment system) includes or more processors configured to at
least one of direct an operator to control or autonomously
control a vehicle system according to a current trip plan as the
vehicle system travels along a route during a trip. The current
trip plan designates operational settings of the vehicle system.
During movement of the vehicle system along the route, a
current, actual operation of the vehicle system differs from
the current trip plan by at least a designated threshold amount.
The one or more processors also are configured to revise the
current trip plan into a revised trip plan responsive to the
current, actual operation of the vehicle system differing from
the current trip plan by at least the designated threshold
amount. The revised trip plan designates operational settings
of'the vehicle system that include an initial designated opera-
tional setting that matches the current, actual operation of the
vehicle system.

In one aspect, the one or more processors are configured to
revise the current trip plan during movement of the vehicle
system along the route during the trip.

In one aspect, the one or more processors are configured to
revise the current trip plan into the revised trip plan such that
the initial designated operational setting of the revised trip
plan matches a current, actual operational setting of the
vehicle system.

In one aspect, the current, actual operation of the vehicle
system differs from the current trip plan during a time period
that the initial designated operational setting of the revised
trip plan is scheduled to be implemented by the vehicle sys-
tem.

In one aspect, the current trip plan and the revised trip plan
designate the operational settings of the vehicle system as a
function of one or more of time or distance along the route.

In one aspect, the one or more processors are configured to
revise the current trip plan such that the operational settings
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designated by the revised trip plan differ from the operational
settings designated by the current trip plan over an upcoming
segment of the trip.

In one aspect, the operational settings designated by the
current trip plan, the operational settings designated by the
revised trip plan, and the current, actual operation of the
vehicle system include one or more of a speed, a throttle
position, a brake setting, or an acceleration of the vehicle
system.

In another embodiment, a method (e.g., for revising a trip
plan) includes operating a vehicle system according to a first
trip plan that designates operational settings of the vehicle
system as a function of one or more of time or distance along
a route, determining an actual operational setting of the
vehicle system, and, based at least in part on the actual oper-
ating setting, changing the operational settings designated by
the first trip plan into revised operational settings of a revised
trip plan. The revised trip plan includes a first operational
setting of the revised operational settings that matches a cur-
rent operational setting of the vehicle system during a time
period that the revised trip plan is implemented in place of the
first trip plan. The method also can include operating the
vehicle system according to the operational settings desig-
nated by the revised trip plan.

In one aspect, the operational settings designated by the
first trip plan and designated by the revised trip plan include
a speed of the vehicle system.

In one aspect, operating the vehicle system according to the
operational settings designated by the revised trip plan causes
the vehicle system to one or more of consume more fuel or
generate increased emissions relative to the vehicle system
operating according to the operational settings designated by
the first trip plan, but also cause the vehicle system to one or
more of consume less fuel or generate fewer emissions rela-
tive to the vehicle system returning to operating according to
the operational settings designated by the first trip plan.

It is to be understood that the above description is intended
to be illustrative, and not restrictive. For example, the above-
described embodiments (and/or aspects thereof) may be used
in combination with each other. In addition, many modifica-
tions may be made to adapt a particular situation or material
to the teachings of the inventive subject matter without
departing from its scope. While the dimensions and types of
materials described herein are intended to define the param-
eters of the inventive subject matter, they are by no means
limiting and are exemplary embodiments. Many other
embodiments will be apparent to one of ordinary skill in the
art upon reviewing the above description. The scope of the
inventive subject matter should, therefore, be determined
with reference to the appended claims, along with the full
scope of equivalents to which such claims are entitled. In the
appended claims, the terms “including” and “in which” are
used as the plain-English equivalents of the respective terms
“comprising” and “wherein.” Moreover, in the following
claims, the terms “first,” “second,” and “third,” etc. are used
merely as labels, and are not intended to impose numerical
requirements on their objects. Further, the limitations of the
following claims are not written in means-plus-function for-
mat and are not intended to be interpreted based on 35 U.S.C.
§112(f), unless and until such claim limitations expressly use
the phrase “means for” followed by a statement of function
void of further structure.

This written description uses examples to disclose several
embodiments of the inventive subject matter and also to
enable a person of ordinary skill in the art to practice the
embodiments of the inventive subject matter, including mak-
ing and using any devices or systems and performing any
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incorporated methods. The patentable scope of the inventive
subject matter may include other examples that occur to those
of ordinary skill in the art. Such other examples are intended
to be within the scope of the claims if they have structural
elements that do not differ from the literal language of the
claims, or if they include equivalent structural elements with
insubstantial differences from the literal languages of the
claims.

The foregoing description of certain embodiments of the
inventive subject matter will be better understood when read
in conjunction with the appended drawings. To the extent that
the figures illustrate diagrams of the functional blocks of
various embodiments, the functional blocks are not necessar-
ily indicative of the division between hardware circuitry.
Thus, for example, one or more of the functional blocks (for
example, processors or memories) may be implemented in a
single piece of hardware (for example, a general purpose
signal processor, microcontroller, random access memory,
hard disk, and the like). Similarly, the programs may be
stand-alone programs, may be incorporated as subroutines in
an operating system, may be functions in an installed soft-
ware package, and the like. The various embodiments are not
limited to the arrangements and instrumentality shown in the
drawings.

As used herein, an element or step recited in the singular
and proceeded with the word “a” or “an” should be under-
stood as not excluding plural of said elements or steps, unless
such exclusion is explicitly stated. Furthermore, references to
“an embodiment” or “one embodiment” of the inventive sub-
ject matter are not intended to be interpreted as excluding the
existence of additional embodiments that also incorporate the
recited features. Moreover, unless explicitly stated to the con-
trary, embodiments “comprising,” “including,” or “having”
an element or a plurality of elements having a particular
property may include additional such elements not having
that property.

Since certain changes may be made in the above-described
systems and methods without departing from the spirit and
scope of the inventive subject matter herein involved, it is
intended that all of the subject matter of the above description
or shown in the accompanying drawings shall be interpreted
merely as examples illustrating the inventive concept herein
and shall not be construed as limiting the inventive subject
matter.

As used herein, a structure, limitation, or element that is
“configured to” perform a task or operation is particularly
structurally formed, constructed, programmed, or adapted in
amanner corresponding to the task or operation. For purposes
of clarity and the avoidance of doubt, an object that is merely
capable of being modified to perform the task or operation is
not “configured to” perform the task or operation as used
herein. Instead, the use of “configured to” as used herein
denotes structural adaptations or characteristics, program-
ming of'the structure or element to perform the corresponding
task or operation in a manner that is different from an “off-
the-shelf” structure or element that is not programmed to
perform the task or operation, and/or denotes structural
requirements of any structure, limitation, or element that is
described as being “configured to” perform the task or opera-
tion.

What is claimed is:

1. A method comprising:

at least one of directing an operator to control or autono-

mously controlling a vehicle system according to a cur-
rent trip plan as the vehicle system travels along a route
during a trip, the current trip plan designating opera-
tional settings of the vehicle system, wherein the opera-
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tional settings that are designated by the current trip plan
include one or more throttle settings, brake settings,
accelerations, or speeds of the vehicle system as a func-
tion of one or more of time or distance along the route;

determining a current, actual operation of the vehicle sys-
tem using one or more sensing devices, wherein, during
movement of the vehicle system along the route, the
current, actual operation of the vehicle system differs
from the current trip plan by at least a designated thresh-
old amount; and

revising the current trip planinto a revised trip plan respon-

sive to the current, actual operation of the vehicle system
differing from the current trip plan by at least the desig-
nated threshold amount, wherein the revised trip plan
designates operational settings of the vehicle system, the
operational settings designated by the revised trip plan
including an initial designated operational setting that
matches the current, actual operation of the vehicle sys-
tem.

2. The method of claim 1, wherein revising the current trip
plan occurs during movement of the vehicle system along the
route during the trip.

3. The method of claim 1, wherein the initial designated
operational setting of the revised trip plan matches a current,
actual operational setting of the vehicle system.

4. The method of claim 1, wherein the current, actual
operation of the vehicle system differs from the current trip
plan during a time period that the initial designated opera-
tional setting of the revised trip plan is scheduled to be imple-
mented by the vehicle system.

5. The method of claim 1, further comprising determining
the current,

actual operation of the vehicle system based on one or more

models of the vehicle system.

6. The method of claim 1, wherein the current trip plan is
revised such that the operational settings designated by the
revised trip plan differ from the operational settings desig-
nated by the current trip plan over an upcoming segment of
the trip.

7. The method of claim 1, further comprising operating the
vehicle system according to the operational settings desig-
nated by the revised trip plan,

wherein operating the vehicle system according to the

revised trip plan causes the vehicle system to one or
more of consume more fuel or generate increased emis-
sions relative to the vehicle system operating according
to the operational settings designated by the current trip
plan, but also causes the vehicle system to one or more of
consume less fuel or generate fewer emissions relative to
the vehicle system returning to operating according to
the operational settings designated by the current trip
plan.

8. A system comprising:

one or more processors configured to at least one of direct

an operator to control or autonomously control a vehicle
system according to a current trip plan as the vehicle
system travels along a route during a trip, the current trip
plan designating operational settings of the vehicle sys-
tem, wherein the operational settings designated by the
current trip plan include one or more throttle settings,
brake settings, accelerations, or speeds of the vehicle
system as a function of one or more of time or distance
along the route; and

one or more sensing devices configured to determine a

current, actual operation of the vehicle system, wherein,
during movement of the vehicle system along the route,
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the current, actual operation of the vehicle system differs
from the current trip plan by at least a designated thresh-
old amount, and

wherein the one or more processors also are configured to

revise the current trip plan into a revised trip plan respon-
sive to the current, actual operation of the vehicle system
differing from the current trip plan by at least the desig-
nated threshold amount, the revised trip plan designating
operational settings of the vehicle system, the opera-
tional settings of the revised trip plan including an initial
designated operational setting that matches the current,
actual operation of the vehicle system.

9. The system of claim 8, wherein the one or more proces-
sors are configured to revise the current trip plan during
movement of the vehicle system along the route during the
trip.

10. The system of claim 8, wherein the one or more pro-
cessors are configured to revise the current trip plan into the
revised trip plan such that the initial designated operational
setting of the revised trip plan matches a current, actual opera-
tional setting of the vehicle system.

11. The system of claim 8, wherein the current, actual
operation of the vehicle system differs from the current trip
plan during a time period that the initial designated opera-
tional setting of the revised trip plan is scheduled to be imple-
mented by the vehicle system.

12. The system of claim 8, wherein the one or more pro-
cessors are configured to revise the current trip plan such that
the operational settings designated by the revised trip plan
differ from the operational settings designated by the current
trip plan over an upcoming segment of the trip.

13. A method comprising:

at least one of directing an operator to control or autono-

mously controlling a vehicle system according to a first
trip plan that designates operational settings of the
vehicle system as a function of one or more of time or
distance along a route, the operational settings including
one or more throttle settings, brake settings, accelera-
tions, or speeds of the vehicle system;

determining an actual operational setting of the vehicle

system using one or more sensing devices;
based at least in part on the actual operating setting, chang-
ing the operational settings designated by the first trip
plan into revised operational settings of a revised trip
plan, wherein the revised trip plan includes a first opera-
tional setting of the revised operational settings that
matches a current operational setting of the vehicle sys-
tem during a time period that the revised trip plan is
implemented in place of the first trip plan; and

operating the vehicle system according to the operational
settings designated by the revised trip plan.

14. The method of claim 13, wherein the operational set-
tings designated by the first trip plan and designated by the
revised trip plan include the speeds of the vehicle system.

15. The method of claim 13, wherein operating the vehicle
system according to the operational settings designated by the
revised trip plan causes the vehicle system to one or more of
consume more fuel or generate increased emissions relative
to the vehicle system operating according to the operational
settings designated by the first trip plan, but also cause the
vehicle system to one or more of consume less fuel or gener-
ate fewer emissions relative to the vehicle system returning to
operating according to the operational settings designated by
the first trip plan.



